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victims of the Holocaust (called Days
of Remembrance), to sponsor the na-
tional annual civic commemoration
and to encourage appropriate Remem-
brance observances throughout the
country. This year Yom Hashoah was
April 23. The Days of Remembrance of
the victims of the Holocaust are being
observed from Sunday, April 19
through Sunday, April 26.

Before there was a United States Hol-
ocaust Memorial Museum, Days of Re-
membrance was established and carried
out, not only in the Rotunda of the
United States Capitol, but all across
the nation. This annual, national com-
memoration program is the United
States Holocaust Memorial Council’s
longest-running program and is essen-
tial to the Council’s Congressional
mandate.

We have now reached the time at
which many of the Holocaust survivors
are passing on. It is imperative that all
of humanity maintain respect for and
never forget the tremendous suffering
of the Jewish community. It is true
that this event is a wholly Jewish ex-
perience, and yet, the entire world still
reels from its impact. It is the respon-
sibility of the people of the United
States and the world to ensure that the
memory of the Holocaust lives on.

Mr. President, I ask my colleagues to
give their blessings to the Holocaust
Memorial Ceremony and to praise the
efforts of the JCRC in maintaining
awareness of the Holocaust.∑
f

AIR SERVICE RESTORATION ACT

∑ Mr. DORGAN. Mr. President, yester-
day I and some of my colleagues on the
Senate Committee on Commerce,
Science, and Transportation intro-
duced the Air Service Restoration Act
designed to help revive air service to
those parts of the country that have
suffered under deregulation. The revi-
talization of air service for small com-
munities is of absolute importance to
the economic and social well-being for
these communities. While this legisla-
tion is no panacea, it will hopefully
provide some tools to help small com-
munities address the air service deficit
that has hit them since deregulation.

Some rural states, such as North Da-
kota, have not enjoyed the benefits of
competition and deregulation that
other regions of the country have expe-
rienced. In fact, the federal policy of
deregulation has led to less service,
higher fares, and less competition for
my state and other rural areas. Unfor-
tunately, the air service problems fac-
ing rural America has gone ignored for
too long and we now have an air serv-
ice crisis, in my judgment. This crisis
needs immediate attention and the Air
Service Restoration Act is a modest at-
tempt to address this, the chronic air
service deficit facing many small com-
munities.

This legislation is based on three
principles.

First, it acknowledges that since de-
regulation some communities have in-

deed suffered and there is a need for a
federal role to address this small com-
munity air service deficit. It seems to
me that we need to move beyond the
broader debate over whether or not de-
regulation has been a good or a bad
thing. It has been good for some and
bad for others—creating an unaccept-
able circumstance of air service ‘‘have’’
and ‘‘have nots.’’ This legislation does
not seek broad-sweeping policy changes
that will dramatically alter federal
aviation policy. Rather, the Air Serv-
ice Restoration Act attempts to target
some modest resources and policy ob-
jectives to address the problem areas,
i.e., the ‘‘have nots.’’ This legislation
will not threaten deregulation. Rather,
it is an attempt to save it by address-
ing the casualties of a policy that has
left some parts of the country behind.
It is time that we develop ‘‘air service
development zones’’ and allow all re-
gions of the nation to participate in a
national air transportation system.
This legislation does that by identify-
ing the problem areas and creating op-
portunities to attract new air service.

The second principle of this legisla-
tion is based on the notion that the ini-
tiative and locus of solving air service
problems for small communities must
begin at the local level. There is no
federal ‘‘silver bullet’’ and those com-
munities that seek to improve or re-
store air service must roll up their
sleeves and develop sustainable public-
private partnerships that will make air
service economically sustainable. This
legislation is a market-based solution
to improving air service for small com-
munities. The only way small commu-
nities are going to succeed in attract-
ing new air service is that local offi-
cials and business leaders will have to
get together and identify ways to make
it economically viable for carriers to
add service.

Finally, this legislation is based on
the notion that there is clearly a need
for a federal role. The U.S. Department
of Transportation needs to play an ac-
tive role by providing a means for
small communities to access the re-
sources and in making the regulatory
changes necessary to allow new service
to flourish. Under this legislation, a
new office would be created within the
U.S. Department of Transportation
whose sole function would be to work
with local communities and provide as-
sistance to help them achieve their
goals of improving air service by pro-
viding financial assistance to local
communities and addressing regulatory
hurdles that inhibit air service to
small communities.

Hopefully, this legislation will help
reverse the air service deficit in this
country. Since 1978, more communities
have lost service than the number of
communities that have been added to
the air service map of the United
States. Over 30 small communities
have lost all air service since 1978 and
many more have had jet service re-
placed with turboprop commuter serv-
ice.

Service decline is not the only dis-
turbing trend plaguing small commu-
nity air service. Consolidation is hav-
ing its toll as well. As the airline in-
dustry continues its steady trend of
consolidation, the major network car-
riers are pulling out of rural areas. Out
of a total of 320 small communities
that had scheduled air service in 1978,
213 of those were served by a major car-
rier. In 1994, only 33 of those small
communities had service from major
carriers. Prior to deregulation, North
Dakota was served by 6 major carriers
and every major market in North Da-
kota had 3 or 4 major carriers in each
market, each providing jet service.
Today, North Dakota has only 1 major
carrier that provides jet service.

The number of small communities re-
ceiving multiple-carrier service de-
creased from 136 in 1978 to 122 in 1995.
Also, the number of small communities
receiving service to only one major hub
increased from 79 in 1978 to 134 in 1994.

In 1938, when the Federal Govern-
ment began to regulate air transpor-
tation services, there were 16 carriers
who accounted for all the total traffic
in the U.S. domestic market. By 1978
(the year Congress passed deregulation
legislation) the same 16 carriers (re-
duced to 11 through mergers) still ac-
counted for 94% of the total traffic.

Today, those same 11 carriers (now
reduced to 6 through mergers and
bankruptcies) account for 80% of the
total traffic.

One export estimated in 1992 that
since deregulation, over 120 new air-
lines appeared. However, more than 200
have gone bankrupt or been acquired in
mergers and today, only 74 remain—
most small and struggling.

Between 1979 and 1988, there were 51
airline mergers and acquisitions—20 of
those were approved by the Depart-
ment of Transportation after 1985,
when it assumed all jurisdiction over
merger and acquisition requests. In
fact, DOT approved every airline merg-
er submitted to it after it assumed ju-
risdiction over mergers from the Civil
Aeronautics Board in 1984. Fifteen
independent airlines operating at the
beginning of 1986 had been merged into
six mega carriers by the end of 1987.
And, these six carriers increased their
market share from 71.3% in 1978 to
80.5% in 1990.

These mega carriers have created
competition free zones, securing domi-
nate market shares at regional hubs.
Since deregulation, all major airlines
have created hub-and-spoke systems
where they funnel arrivals and depar-
tures though hub airports where they
dominate traffic. Today, all but 3 hubs
are dominated by a single airline where
the carrier has between 60 and 90 per-
cent of all the arrivals, departures, and
passengers at the hub.

In a report by the General Account-
ing Office entitled ‘‘Airline Deregula-
tion: Barriers to Entry Continue to
Limit Competition in Several Key Do-
mestic Markets,’’ [GAO/RCED–97–4],
operating limitations and marketing
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practices of large, dominate carriers
restrict entry and competition to an
extent not anticipated by Congress
when it deregulated the airline indus-
try. The GAO identified a number of
entry barriers and anti-competitive
practices which are stifling competi-
tion and contributing to higher fares.
The GAO issued a similar report in 1990
and the 1996 report said that not only
has the situation not improved for new
entrants, but things have gotten worse.

The fact is that deregulation has lead
to greater concentration and stifling
competition. The legislative history of
the Civil Aeronautics Act of 1938 shows
that Congress was as deeply concerned
about destructive competition as it
was with the monopolization of air
transportation services. Thus, the CAA
sought to ensure that a competitive
economic environment existed. As we
can see, deregulation is realizing the
fears anticipated by the Congress in
1938. Competition has not become the
general rule. Rather, competition is
the exception in an unregulated mar-
ket controlled largely by regional mo-
nopolies.

It has been demonstrated that hub
concentration has translated into high-
er fares and rural communities that
are dependent upon concentrated hubs
have seen higher fares. Studies from
DOT and the GAO have demonstrated
that in the 15 out of 18 hubs in which a
single carrier controls more than 50%
of the traffic, passengers are paying
more than the industry norm. The GAO
studied 1988 fares at 15 concentrated
airports and compared those with fares
at 38 competitive hub airports. The
GAO found that fares at the con-
centrated hubs were 27% higher.

The difference between regulation
and deregulation is not a change from
monopoly control to free market com-
petition. Today, nearly two-thirds of
our nation’s city-pairs are unregulated
monopolies where a monopoly carrier
can charge whatever they wish in 2 out
of 3 city-pairs in the domestic market.

A January 1991 GAO Report on Fares
and Concentration at Small-City Air-
ports found that passengers flying from
small-city airports on average paid 34
percent more when they flew to a
major airport dominated by one or two
airlines than when they flew to a major
airport that was not concentrated. The
report also found that when both the
small airport and the major hub were
concentrated, fares were 42 percent
higher than if there was competition at
both ends.

A July 1993 GAO Report on Airline
Competition concluded that airline
passengers generally pay higher fares
at 14 concentrated airports than at air-
ports with more competition. The re-
port found that fares at concentrated
airports were about 22 percent higher
than fares at 35 less concentrated air-
ports. The same report found that the
number of destinations served directly
by only one airline rose 56 percent to 64
percent from 1985 to 1992, while the
number of destinations served by 3 or

more airlines fell from 19% to 11% dur-
ing that same period. This report con-
firmed similar conclusion reached in
previous GAO studies conducted in 1989
and 1990.

The fact is that deregulation, while
paving the road to concentration and
consolidation, has allowed regional
monopolies to control prices in non-
competitive markets. While the en-
trance of low cost carriers has intro-
duced competition in dense markets,
the main difference between today and
pre-deregulation is that the monopolies
are unregulated.

Deregulation has been both a tremen-
dous success in some aspects and a co-
lossal failure in some circumstances.
It’s time we started addressing the
problems rather than just praising the
successes. For hundreds of small com-
munities, it has meant less service,
higher fares, and fewer options.

Air transportation in North Dakota
is just as important as air service in
New York and Denver. It is not in our
national interest to allow vast regions
of our country to become geographi-
cally isolated. That would be not only
tragic for our rural communities, but
bad for the Nation.

I hope my colleagues will support
this legislation and that the Senate
Commerce Committee expeditiously
act on it this year.∑
f

CELEBRATING THE 125TH ANNI-
VERSARY OF COORS BREWING
COMPANY

∑ Mr. ALLARD. Mr. President, I rise
today to pay tribute to a great Amer-
ican company, one that will be cele-
brating its 125th Anniversary next
month. The success of Coors Brewing
Company is a great American story.
When Adolph Coors arrived in this
country in 1868, he did not speak
English, but he did know how to brew
a great beer.

From 1873 until today, Coors has
made its reputation on the lasting val-
ues of its founder. The American values
tradition, commitment, quality, and
innovation have long been a part of
this history. Holding steadfast to these
values has helped Coors grow from a
tiny local brewery in Golden, Colorado
into a world-class competitor produc-
ing more than 20 million barrels of beer
each year. Today, Coors’ familiar prod-
ucts are sold not only across the
United States, but in 45 foreign coun-
tries as well.

Through the years, Coors has been at
the forefront of responsible community
involvement, and today it is recognized
as a leader in corporate citizenship.
That is why Business Ethics magazine
recently placed Coors in the top ten of
its ‘‘The 100 Best Corporate Citizens.’’
Coors also has been cited numerous
times for its outstanding record in at-
tracting, hiring, and promoting minor-
ity Americans. It is what you would ex-
pect, given Coors’ record of investing
hundreds of millions of dollars in eco-
nomic development and other programs

designed to strengthen Hispanic and
African-American communities.

When you do business in Colorado,
respect for the environment is, of
course, a must. Coors is a leader in this
area as well. Coors launched the alu-
minum recycling revolution back in
1959 when it began offering a penny for
every returned can. Since 1990, the
Coors Pure Water 2000 program has
provided more than $2.5 million to sup-
port more than 700 environmental pro-
grams across the nation.

One of its most noteworthy accom-
plishments has been in developing and
promoting effective programs to dis-
courage abuse of its products. Coors
has a record of encouraging responsible
consumption of its products by
adults—and only adults. Over the
years, millions of dollars have been de-
voted to community-based education
and prevention programs. Coors’ ‘‘21
means 21’’ message has been one of the
elements responsible for the steady de-
cline in underage drinking and drunk
driving that we in the United States
have been fortunate to see in the re-
cent years.

Coors has set the standard for respon-
sible advertising, and has led the indus-
try with policies to ensure that its ads
encourage moderation, and are di-
rected only to those over the age of 21.

We all know of the controversies that
can befall consumer products of all
kinds during the highly politicized
times in which we live today. But the
record amassed by Coors over the past
125 years is reassuring. It is good to
know there are still people and compa-
nies dedicated to doing the right thing.

Today, I ask my colleagues to join
me in a toast to the thousands of Coors
employees in Colorado, Tennessee, Vir-
ginia, and at Coors distributorships in
every state of the nation: Congratula-
tions on a job well done!∑
f

HONORING BRIGADIER GENERAL
WALLER ON HIS RETIREMENT

∑ Mr. REED. Mr. President, I rise to
honor Brigadier General Joseph N.
Waller on the occasion of his retire-
ment from the Rhode Island Air Na-
tional Guard.

For the past thirty-one years, Gen-
eral Waller has dedicated himself to
the citizens of our country and the
Ocean state. He was first assigned to
the 143rd Special Operations Squadron
in July 1967 as a troop carrier pilot.
The next year he was assigned as a tac-
tical airlift pilot, a duty he performed
for the next twenty-three years. Dur-
ing this time, he also served as a flight
leader and instructor pilot. General
Waller is a command pilot who has
logged 4,500 flying hours.

General Waller is noted not only for
his piloting skills, but also for his lead-
ership. In 1981, he was selected as com-
mander of the 143rd Tactical Airlift
Squadron. In December 1987, he was re-
assigned to Headquarters, Rhode Island
National Guard and named Deputy
Chief of Staff. Three years later he be-
came Chief of Staff. The very next year
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